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out a set target or funding level, the conformity analyses would have to
be redone if MPO programs are cut back.

Representatives of federal transportation agencies expressed a pref-
erence, and others agreed, for having the urban areas and states work
out an acceptable relationship instead of having federal agencies im-
pose minimums for certification.

It was agreed that states should provide MPOs and local elected
officials with guidance regarding the fiscal resources they can reasona-
bly anticipate for planning purposes. This is not necessarily an alloca-
tion, but perhaps could best be expressed as benchmarks. The idea is to
let MPOs know how much money will be spent in their area so as to
generate discussions about how the resources will be used.

Another recurring topic of discussion was on how MPO officials
could influence how and where states use NHS and bridge system
monies. A corollary issue discussed was whether MPOs could influence
decisions to take advantage of the flexibility of transferring portions of
the NHS to the state transportation plan (STP), or whether states alone
have the option to choose that versus simply using all the money on one
section of the NHS in one section of the state. Representatives of
metropolitan areas stated that if they had a chance to influence the use
of that money, they would probably recommend using it in nonattain-
ment areas.

Priorities and Trade-Offs

Workshop participants next addressed the question of how partner-
ships will develop priorities and make modal trade-offs. The nature of
MPOs encourages conservative, consensus-based methods and strate-
gies. Building innovation and public-private partnerships within MPOs
must be addressed. For example, TIPs and STIPs are built on stable,
reliable sources of funding, which discourages innovation.

The task of developing multimodal project selection criteria to foster
fair competition for funding is a major one. Congestion mitigation and
air quality (CMAQ) funding under ISTEA provides an opportunity for
the modes to compete on the basis of criteria reflecting air quality
improvement results. New relationships and procedures must be devel-
oped to address the setting of multimodal priorities.

Although federal transportation officials have expressed a willing-
ness to be lenient with respect to multimodal trade-offs, during the